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M. Chairman, the Association of Anerican Rail roads
(AAR) appreciates this opportunity to present its
menber railroads' perspective on railroad safety.

AAR s nenbers account for 93 percent of the railroad

I ndustry's freight revenues, operate 77 percent of the
I ndustry's line-haul m|eage, enploy 91 percent of rail
wor kers, and operate alnost all of the nation's
intercity passenger trains.

AAR s nenber railroads support swft
reaut horization of the rail safety program w thout the
I ncl usi on of new nmandates for additional regulations.

As ny testinony will show, railroads have dramatically



| nproved their safety record and many prograns are

underway that wll result in further inprovenent.

I. The Railroad Industry Has
Become Significantly Safer

The year 1980 was a watershed year for the
railroads. That year saw the enactnent of the Staggers
Rail Act, which partially deregulated the railroad
I ndustry and hel ped restore its financial health. The
St aggers Act's econom c refornms have enabl ed the
rail roads to invest consistently in their
I nfrastructure over the | ast eighteen years. Since
1990, the railroad industry has invested $100 billion
inits infrastructure. The ability to nake
I nfrastructure inprovenents has been and renai ns
I ndi spensable to i nproving safety.

In addition to inproving infrastructure generally,
the railroads have in place nechanisns to address
specifically ways in which they can nake rail
transportation even safer. For exanple, the AAR s
"i nterchange rul es" contain equipnent specifications in
greater detail than the standards contained in the
federal regulations. The interchange rules are a set
of requirenents agreed to by the railroads that ensure
the safety and operational viability of railroad

equi pnent transported on nultiple railroads. The AAR



al so has a research and technol ogy subsidiary, the
Transportation Technol ogy Center, Inc. (TTCl), which
conducts industry-funded research as well as research
for the federal governnment and other entities.

The railroads' infrastructure investnents and ot her
safety efforts have borne fruit. Federal Railroad
Adm ni stration (FRA) data show that the overall rate of
train accidents per mllion train mles in 1996 was 68
percent | ower than the 1980 rate and 23 percent | ower
than the 1990 rate.

The railroads are particularly pleased at the
trenmendous i nprovenent in the industry's enpl oyee
injury rate. Attached to ny testinony is a graph
showi ng that the 1996 rate of enployee injuries per 100
full time enpl oyees was 67 percent below the 1980 rate
and 52 percent below the 1990 rate. At a neeting | ast
nmonth of the FRA's Rail Safety Advisory Commttee
(RSAC), Adm nistrator Mdlitoris reported that
prelimnary 1997 data show further safety inprovenents.

Al'so enclosed with ny testinony is a chart show ng
t hat according to Departnent of Labor statistics, the
railroad i ndustry's enployee injury rate is
substantially lower than the injury rates for other
freight transportation nodes. |ndeed, the railroads'
enpl oyee injury rate is lower than the rate for the

private sector as a whole, as well as mmjor sectors



such as m ni ng, manufacturing, construction, and
agricul ture.

The striking inprovenent in the enployee injury
rate, as well as the industry's favorabl e acci dent
trend, clearly could not have been acconplished w thout
the efforts of the nmen and wonen working on the
rail roads. The cooperative efforts of nmanagenent and
| abor to tackle problenms such as fatigue, which | w Il
describe later in ny testinony, bode well for further
reductions in accidents and injuries.

On the regulatory front, the FRA has begun to
utilize the RSAC process to address several safety
i ssues. The FRA is to be comended on its efforts to
seek input from know edgeabl e parties before | aunching
rul emaki ng proceedi ngs. \Whether through RSAC or sone
ot her process, the railroad regulatory system benefits
when the FRA engages in dialogue with interested
parties before initiating formal notice and comrent
rul emaki ng proceedi ngs.

In addition to specific regulatory initiatives
addressed t hrough RSAC and formal rul emaking
proceedi ngs, the FRA and the Surface Transportation
Board (STB) over the |last tw years have | aunched broad
reviews of the safety prograns of the major railroads.

Through its "safety assurance and conpliance

prograns,” FRA is thoroughly review ng several nmjor
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rail roads' approach to rail safety. The STB is
conducting a detailed safety review of Norfolk
Sout hern's and CSX Transportation's plans to integrate
Consolidated Rail Corporation into their operations and
al so has instituted a proceeding to explore the extent
to which safety should be considered by the agency in
future STB proceedi ngs.

These broad reviews of the safety prograns of
I ndi vi dual railroads should not detract fromthe
successful efforts over the |ast two decades to make
rail transportation safer. And industry initiatives
such as the ones |'m about to describe wll result in

even further inprovenent.

I11. Safety Initiatives

1. Fati gue Counter neasures

Wil e study of the inpact of fatigue on workpl ace
safety dates back to the early part of this century,
recent years have seen intense scrutiny. Mich has been
| ear ned about the effects of sleep deprivation,
circadi an rhythnms, and other relevant issues. However,
there is still no blueprint on how to address the
probl em of fatigue.

Thus, in 1992 the railroads, the Brotherhood of
Loconoti ve Engi neers, and the United Transportation

Uni on forned the "Wrk/ Rest Review Task Force" to



conpil e pertinent informati on and keep abreast of
devel opnents in the field. To study the relationship
bet ween work shift variables and acci dents and
injuries, the Task Force has devel oped a dat abase of
approximately five mllion railroad engi neer work
shifts, plus injuries occurring during those shifts.
The Task Force has also conpiled a list of fifty
vari abl es descri bing work shifts on major railroads.
Furthernore, the Task Force has described fatigue
count er neasures enpl oyed by railroads in the encl osed
report, "Current Status of Fatigue Counterneasures in
the Railroad Industry.” Guven all the uncertainty
regardi ng ways of attacking fatigue, various railroads
and rail |abor have | aunched a variety of pilot

projects and other initiatives addressing fatigue,

di scussed in detail in the report. Ongoing initiatives
I ncl ude:
o agreenents with rail |abor on assigning blocs of

time for the beginning of shifts and assigned rest days
for road train crews;

o pilot progranms on two Class | railroads providing
for permtted napping on stationary trains and
before/ after operating trains;

o expanded periods of rest between assignnents;

o the use of headsets to reduce noi se and

facilitate conmuni cati on;



o the use of devices that nonitor the al ertness of
the train crew, and
o educati onal prograns about fatigue for enpl oyees

and their famli es.

2. Train Control Prograns

Rai | roads enploy a variety of train control
systens. The type of train control used in a region
wi || depend on overall traffic density and the m x of
i ntercity passenger, conmmuter, and frei ght operations.

Advanced systens can stop a train that is either
exceeding a speed limt or proceeding past a stop
signal .

The railroads are now i nvestigating newtrain
control systens called "positive train separation”
(PTS) and "positive train control” (PTC). The basic
obj ective of these systens is the prevention of
mai nline and siding train collisions, which accounted
for 2 percent of the railroad accidents in 1996. It is
expected that these systens will be capable of stopping
trains to avoid collisions or accidents with track
wor kers, as well as preventing trains from exceedi ng
aut hori zed speeds or passing through red signals.
Several different types of PTS/ PTC projects are

under way.



PTS/ PTC systens use conputers on board | oconotives
to stop |loconotives to avoid collisions. The precise
| ocation of |oconotives is determ ned using gl obal
positioning systemsatellites. |In sone instances the
conputers communicate with dispatch offices; in sone
I nstances with wayside conputers; and in sone instances
the conputers use on-board proximty warning
t echnol ogy.

Di spatch Center Controller Technol ogy

In this system the |oconotive reports its |ocation
to a dispatch center via radio. The dispatch center
can issue novenent instructions to the |oconotive that
wll be enforced by the | oconotive's conputer.

Burlington Northern Santa Fe and Uni on Pacific,
along with suppliers, are spending $36 mllion to test
this systemin the Pacific Northwest. The FRA has
contributed $4 mllion towards the installation of a
simlar systemon the Al aska Railroad, from Seward to
Fai r banks.

Waysi de Conputer Technol ogy

In this version of train control technol ogy, the
| oconptive's conputer transmts its |ocation to
conputers along the track instead of a central dispatch
center. The waysi de conputer can issue novenent

i nstructions to avoid acci dents.



FRA has given Mchigan $9 mllion to test this
system Antrak's Detroit - Chicago corridor will be
equi pped with 10 waysi de conputers and 40 Antrak
| oconpotives will be equi pped with the necessary on-
board equi pnent. CSX Transportation is also installing
a simlar system between Spartanburg, South Carolina,
and Augusta, Georgi a.

On- Board Proxi mty Warni ng Technol ogy

Burlington Northern Santa Fe and Norfol k Sout hern
are studying a systemin which the |oconotive's
conputer transmts its location to nearby trains.

Using the information it receives from ot her

| oconptives on their | ocations, a |oconotive's conputer
equi pnent can determne if there is a risk of a
collision. |If a loconotive engi neer does not respond
to a warning of a potential collision, the conputer can
stop the train.

| nvestigation of Interoperability




A maj or concern of the railroads and one that nust
be resol ved before any PTS/ PTC system can be consi dered
feasible on a w despread basis is the issue of
"interoperability," the extent to which PTS/ PTC
t echnol ogi es under consi deration are conpati bl e.
Nor f ol k Sout hern, CSX Transportation, and Consoli dated
Rai | Corporation are conducting a pilot project between
Harri sburg, Pennsylvania, and Manassas, Virginia, which
Is specifically investigating the extent to which
equi pnent on a | oconotive could be made conpatible wth
mul ti ple PTS/ PTC t echnol ogi es.

Earlier this nonth, the major freight railroads,
Amtrak, FRA, and the Illinois Departnent of
Transportation agreed on a four-year project to test
PTC on the Chicago to St. Louis corridor. The
railroads have commtted up to $20 mllion for this
project. The FRA and Illinois currently have $15
mllion available. This project will allow industry
and governnent to test the interoperability and
viability of different PTS/ PTC systens.

3. Reduci ng Vehicle Failures

The rate of accidents attributable to equi pnent
defects per mllion train mles fell 77 percent from
1980 to 1996. The railroads have a nunber of prograns

underway to continue the trend.

10



AAR previously reported to this Conmttee that
heat-treated curved plate wheels are nmuch | ess prone to
failure than straight plate wheels. 1In the late
1980's, the AAR prohibited the installation of straight
pl ate wheels. This year, AAR s interchange rules wl |
be anended to accel erate the replacenent of existing
straight plate wheels by tightening the requirenent
t hat these wheels be renobved when exhibiting wear.

On the research front, the AAR is exam ning
acoustic bearing defect detectors. Heretofore, the
def ect detectors used by railroads to find wheel
beari ng problens have relied on heat. Acoustic bearing
defect detectors could be a significant innovation
because they woul d detect problens before bearings
become over heat ed.

AAR al so is researching the use of on-board sensor
systens in |ieu of wayside detectors. On-board sensors
woul d be a significant innovation because they woul d
constantly nonitor for problens such as defective
roll er bearings, selected wheel defects, and worn
suspensi on systens. In contrast, current wayside
detectors work only when a train passes by.

Anot her subject for research is electronically
controll ed pneumatic (ECP) brakes. Traditional air
brakes rely on air pressure in a brake pipe running

fromthe |oconptive to all the cars in a train. An
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engi neer applies the air brakes by reducing the air
pressure in the brake pipe. A control valve on each of
the cars senses the reduction in air pressure and
causes stored air pressure in the car's reservoir to be
transferred to a brake cylinder. Through a chain
reaction of novenent of the piston in the brake
cylinder, brake rigging, and the brake beam the brake
shoes are pushed agai nst the wheels of the train,
causi ng braking. Brakes are released by increasing the
pressure in the brake pipe, which results in the
reversal of the process just descri bed.

ECP brakes bypass the brake pipe by using
el ectrical signals to control the application of the
brakes, but train line air pressure is still used to
physically apply the brakes. An electrical system
potentially would apply the brakes faster and permt a
nore preci se graduated release. |If found to be
practical, ECP brake systens will enable | oconotive
engineers to control train speed with greater accuracy
and reduce stopping distances.

Testing of ECP brakes is taking place at the
Transportation Technol ogy Center and on a nunber of
revenue service trains. The AAR also is testing the
i nteroperability of various suppliers' ECP systens.

In addition to | ooking at ECP brakes, the AAR

continues to scrutinize the traditional air brake
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system AAR s Braking Systens Commttee has just

devel oped a brake cylinder |eakage test which,
effective this year, will be required to be perforned
on new freight cars and when cars are rebuilt or

repai red. \Whether through the use of ECP brakes or
traditional air brakes, the industry expects to be able
to show continued i nprovenent in the rate of brake-
caused accidents per mllion train mles, which
decreased 74 percent from 1980 to 1996.

4. Track I nprovenents

From 1980 to 1996, the rate of accidents
attributable to track defects per mllion train mles
decreased 71 percent. The railroads, with FRA support,
have a nunber of initiatives underway which will result
i n even fewer accidents:

o devel opi ng gui delines for assessing the strength
of track after maintenance has been perforned;

o evaluating the interaction between freight cars
and track anomalies to mnimze the risk of
derail nents;

o usi ng autonmated equi prent (track | oadi ng
vehicles) to neasure track strength;

o evaluating the ability of the | oad carrying
suspensi on systens of rail cars to support heavy rail

cars;
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o researching state-of-the art rail materials and
grindi ng techni ques;

o investigating new nethods of detecting broken
rails and rail fl aws;

o testing the new "bainitic" rail, which appears to
be the best rail steel ever devel oped; and

o assessing and issuing guidelines for new wel di ng

t echni ques.

5. Certification of Repair Shops

This year, the AAR is expanding its certification
program for freight car repair facilities to enconpass
approxi mately 1500 additional facilities. Any facility
performng significant repairs will have to be

certified and exam ned by inspectors.

6. G ade Crossing and Trespasser Prograns
Grade-crossing and trespasser incidents together
account for nore than 90 percent of the fatalities
associated with railroad transportation. These
i ncidents are particularly difficult to address because
t hey involve the behavior of individuals who are not
enpl oyed by railroads. Furthernore, states, not the
rai |l roads, determ ne the type of warning provided at

grade crossings.
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Ni nety percent of grade crossing fatalities are
attributable to a driver failing to stop at a crossing
or stopping and proceeding in error. \Wile the
rail roads cannot control driver behavior, they are
trying to educate the public about the life-or-death
consequences of their actions at highway-rail grade
crossings. A significant role is played by Operation
Li fesaver, Inc., a nationw de organi zati on supported by
the railroads, rail suppliers, and DOT, that seeks to
educate the public about the dangers of grade crossings
and trespassing on rail rights-of-way. Operation
Li f esaver i s sponsoring the national "H ghways or
Di eways" canpai gn, which pronotes highway-rail grade
crossing safety through public service announcenents.
The canpai gn uses tel evision, radio, print, and
bill board advertising. The hard-hitting tel evision
advertisenents have been w dely recogni zed for their
| npact and have been featured on network news prograns.

Operation Lifesaver is actively pronoting "H ghways or
Di eways" in nost states.

The railroad investnent in grade crossing safety is
substantial. Annually, the railroads spend well over
$100 million maintaining and inproving grade crossings,
and spend mllions nore on grade crossing educati onal
progr ans.
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Congress, too, plays a vital role in addressing the
grade crossing problem Since 1973, the "section 130"
grade crossing i nprovenent program authorized by 23
U S C § 130, has provided federal funding for grade
crossing i nprovenents. There is no doubt that the
section 130 program has played a significant role in
the 60 percent decline in grade crossing incidents
since 1980. Over that period of tinme, there has been a
35 percent decrease in the nunber of public grade
crossings equi pped only wiwth signs. The Federal
H ghway Adm nistration (FHWA) estimates that since
1974, the section 130 program has saved 10,000 I|ives
and prevented 40,000 injuries.

Despite the clear inpact on safety from grade
crossing i nprovenents, sone states have not given grade
crossing projects a high priority, and it is the states
whi ch make the decisions on the installation of active
war ni ng devi ces at grade crossings. Through the end of
fiscal year 1997, alnost $110 million of section 130
program funds remai ned unspent and nearly $200 mllion
had been transferred to other federal -aid hi ghway
progr ans.

While the railroads are pleased that pending | STEA
reaut hori zation | egislation would increase gover nnent
fundi ng of Operation Lifesaver, the railroads urge

Congress to also increase spending levels for the
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section 130 program Furthernore, the railroads are

di sappoi nted that the pending |egislation would give

states greater flexibility to transfer crossing

| nprovenent funds to other prograns. Congress should
send the states a strong signal of the inportance of

grade crossing inprovenents by providing that section
130 program funds may not be transferred to other

hi ghway pr ograns.

| nsof ar as trespasser accidents are concerned,
ninety percent of the trespasser fatalities involve a
trespasser being struck by a train, with the renmaining
attributable to causes such as falling off rail cars.
Unl i ke other categories of accidents and incidents, the
trespasser fatality data have not shown i nprovenent
over the last two decades.

Enf orcenent and education are the tools avail able
to attack the trespasser problem Aware of the issue,
I n 1994 Congress required DOT to devel op nodel state
| egi sl ation providing for penalties against those
trespassing on railroad rights-of-way. In devel oping
this legislation, DOT found that twenty states | acked
trespassing | aws specifically addressing railroad
property. Just as inportant, DOT found that for the
nost part, the state laws that did exist had weak

penal ties.
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Qperation Lifesaver has just conpiled a
conprehensi ve "Trespasser Prevention Progrant for use
in the states. In addition to presentation materials,
t he program addresses educati on and enforcenent
strategies and should prove invaluable to state

organi zati ons addressing the trespasser problem

I111. Performance Standards

While the railroads are devoting substanti al
resources to safety initiatives, they also | ook forward
to i nprovenents in the regulatory structure that wll
encourage safety research and facilitate investnents in
productive safety prograns. Specifically, the current
regul atory systemin which the FRA prescribes detailed
operating requirenents, often referred to as conmand-
and-control regul ati ons, should be replaced by
per f ormance st andards.

The FRA's substantive safety regulations take up
over 300 pages in the Code of Federal Regul ations.
Yet, in nost cases a direct connection between any
particular regulation and the industry's performance
cannot be denonstrated. At tines, the regulations have
stood in the way of technol ogi cal advances, with the
I ndustry required to obtain waivers to test or
| npl ement safety initiatives. For exanple, the current
regulations will not permt deploynent of PTS/ PTC
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systens. The FRA nust issue waivers for field tests to
be conduct ed.

The FRA's regul ati ons should focus on perfornmance
obj ectives instead of the mnutiae of railroad
operations. The FRA s basic m ssion should be
establi shing perfornmance standards and ensuring that
the railroads' actual performance neets or exceeds
t hose standards. |In other words, the FRA should focus
on safety results rather than pronul gate detail ed
operating requirenments which do not necessarily achieve
specific safety targets.

For the sane |evel of investnent, performnce
standards should result in higher |evels of safety than
detail ed operating requirenents because perfornance
standards would permt railroads to use the nobst cost-
effective tools available to achieve safe performnce.

Under the current regulatory regine, the FRA
essentially makes investnent decisions for the

rail roads. The FRA should concentrate on the safety
outcone of railroad decisions, not second-guessing the
det ai | ed busi ness decisions of railroad managers.

Bot h Congress and the Executive Branch have
recogni zed the advantages of performance standards. In
1996, Congress enacted the Accountable Pipeline Safety
and Partnership Act, which authorized the use of risk

managenent plans for pipelines in lieu of the
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traditional regulatory schene. The risk managenent
pl an approach is essentially a performance standard
appr oach.

On Septenber 30, 1993, President Cinton
denonstrated his commtnent to perfornmance standards by
I ssuing Executive Order No. 12866, which stated:

Each agency shall identify and assess
alternative forns of regulation and shall, to
the extent feasible, specify performance
obj ectives, rather than specifying the behavior
or manner of conpliance that regulated entities
nmust adopt.

Wth Congressional support, the railroads | ook forward
to working with the FRA on inplenenting the President's
directive by applying performance standards to the

rail roads.

IV. "User Fees"

Finally, the railroads urge Congress to reject the
Adm nistration's attenpt to resuscitate the so called
railroad "safety user fee." This "user fee," which is
really a tax, would anobunt to $410 nillion over the
next five years. The proposed tax would be extrenely
unfair.

The prem se behind user fees is that entities which
benefit from governnent prograns should pay for them
User fees typically are inposed on entities which seek

the facilities or services for which the fees are
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| nposed. Stating that railroads benefit fromFRA s
regul atory and safety enforcenent programis both
i11ogical and self-serving. The railroads certainly
have not asked for FRA' s safety program the railroads
have their own robust safety prograns. Anal ogous
agenci es, such as the Occupational Safety and Health
Adm ni stration, do not collect such fees fromthose
t hey regul ate.

In 1995, on a bipartisan basis, this Commttee and
the House Commttee on Transportati on and
I nfrastructure each rejected the Adm nistration's
proposal to extend this tax. Both the Senate and House
budget conmittees chose not to include such a tax in
the 1997 budget resol ution.

The concept of user fees in appropriate instances
I's sound. For exanple, it is appropriate to charge
hi ghway users for the cost of their rights-of-way.
Rai | roads, of course, pay for their own infrastructure.

In this case, the Adm nistration's suggested railroad

tax cannot be confused with true user fees. The
rail roads urge Congress to reject the Admnistration's

proposal .

V. Conclusion
The railroads support a reauthorization bil

unencunbered by mandates for new regul ations. The
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I ndustry's safety record and ongoi ng prograns
denonstrate that the railroads are on the path to
further safety gains.

The railroads appreciate the FRA's efforts to
engage industry and other parties in a dial ogue on
safety regulation. The industry is commtted to
working with the FRA on inportant safety initiatives
and | ooks forward to exploring with the FRA the clear
advant ages of a performance standard approach to safety
regul ati on.

Finally, the Adm nistration's attenpt to reinpose
safety "user fees" should be rejected. These user fees
are patently unfair and would be a thinly-disguised
t ax.

Thank you for the opportunity to present the
rail road industry's views on safety issues. | would be

pl eased to answer any questions that you have.
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